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Chapter 1 Workshop Purpose

The California Department of Transportation (Caltrans) was pleased to host the
Second National Community Impact Assessment (CIA) Workshop. The workshop
was co-sponsored with the Federal Highway Administration and the Federal Transit
Administration of the U.S. Department of Transportation. The goal of the workshop
was to provide information to transportation professionals to enhance their expertise

on addressing community impact issues.

Community impact assessment deals with the process of evaluating the effects of
transportation actions on communities and community members’ quality of life. The
focus is on the early and continuous gathering and evaluation of information from the
community and other sources. This information on the human environment is used in
the transportation decision-making process — from project inception in planning,
continuing into the project development and environmental studies phases, and

through construction, operation and maintenance.

The first National CIA Workshop was held in Tampa, Florida, in 1998. The success
of that workshop and the desire by participants to continue to have a forum to share
ideas about CIA led to the formation of a national steering committee on CIA issues.
This national steering committee, chaired by the Caltrans headquarters Division of
Environmental Analysis, and consisting of representatives from across the country
with expertise in analyzing transportation-related effects on communities, developed
the agenda topics for this Second National CIA Workshop.

As with the first National CIA Workshop, this workshop primarily targeted an
audience of technical specialists who prepare community analyses as part of the
environmental planning process. It also reached out to managers and decision-makers
from local, regional, state and federal transportation agencies who are responsible for
ensuring the adequacy of such analyses and who ultimately provide the leadership for
promoting community impact assessment in transportation decision-making within

their respective organizations.

A national steering committee, chaired by the Caltrans headquarters Division of
Environmental Analysis, and consisting of representatives from across the country
with expertise in analyzing transportation-related effects on communities, developed
the agenda topics for the Second National CIA Workshop. From environmental
justice to livable communities, from early identification of a community’s social,
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Chapter 1 Purpose and Need

economic and land use concerns to embracing more effective public involvement
approaches, the CIA Workshop sessions explored important issues confronting
transportation agencies and helped set forth directions for the future.

In the following pages we have attempted to capture the essence of the workshop in
edited form. In publishing the comments of the participants of the workshop, we have

endeavored to retain the context and essential points of each presenter.
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Chapter 2 Presentation Summaries

Day 1

Opening Session

Welcome to San Diego
Charles “Muggs” Stoll

District Division Chief — Environmental
California Department of Transportation (District 11, San Diego)

I am the Environmental Division Chief for Caltrans District 11 here in San Diego,
and I’'m here on behalf of my district director, Gary Gallegos. He’s tremendously
interested in the subject of this workshop, and how it applies to the work that we do
here in our district. The description in your workshop materials of San Diego is
excellent. There’s plenty to do here, so I encourage you to do that.

A number of years ago, the local school district in San Diego put a call out for
professionals working in the community to sign up and put their names on a list with
a subject that you’d be willing to talk about at one of the schools. One day, I went out
and met with a second grade class. I was talking to the kids about how we plan our
highway projects, and I talked a little bit about one of the projects you’re going to see
on the field trip on Thursday, the 40™ Street project. I started talking about this, and a
second-grader raises his hand and says “with that project, don’t you go through a lot
of homes? What are you going to do to take care of all those poor people?” I stepped
back. This is a second-grader that asked me this question, and I guess the point here
today is that a second-grader understands the issues that you are going to be

discussing over the next few days.

I was thinking to myself, why is it so hard sometimes to get innovative things built
into the projects? As I think about it, of course, money is always an issue, and the
history of how transportation has been developed. The whole Interstate Era, where the
mandate was there and translated into “get the hell out of the way, we’re coming
through, come hell or high water.” I think another part of it is that, and I have to
admit this being from an engineering background myself, is that the whole issue of

CIA, and all that surrounds it, is what I call in a very non-technical term, a very
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“squishy” subject. It’s the squishy stuff, and lots of people, not just engineers, but
particularly engineers are not real comfortable with the squishy stuff.

In my short time dealing with these kinds of community and social issues, I believe
there is no cookie cutter, grind it out, get an answer at the bottom line. CIA is more
difficult. That’s why I use the term “squishy.” But I would also challenge all of you to
think about the fact that in order to make the things work, in order to get innovative
things incorporated into transportation projects, we’re going to have to convince a
whole lot of people that are outside of this room who have a lot of influence on the
decision, as to whether these good things happen or not.

Beyond that again, welcome everybody, we’re very happy to have you here in San
Diego.

Opening Remarks
Harold Peaks

Team Leader
FHWA, Office of Human Environment

Let me just say a few words on behalf of the FHWA. You may have noted in the
agenda that I’'m with the Office of Human Environment. That’s new terminology
based on some restructuring that has gone on with the FHWA. The Office of Human
Environment -- that terminology is just part of the evolution of change that I’d like to
talk about for a couple of minutes. CIA is not a new phenomenon. It’s that the terms
have changed, the emphasis, and the types of attention and time that we have given to
this process, and need to give to this process, have been changing over time.

If you have heard the Secretary of Transportation Rodney Slater give a speech, you
will hear the words “put people first”; you will have heard the words “transportation
is more than asphalt concrete and steel.” You will have heard the words that “we need
to consider the places people travel to and from in addition to how quickly we can get
them there.” Those things that have been touted by the secretary over and over again
in almost every speech that he gives, and they should be a clear indication to where
he and the rest of the administration see this department headed. And that’s not by
accident. That’s not by accident at all. So those terms should not be taken lightly. And
we need to hold onto those things; we need to fold them into our presentations and
our discussions, and recognize that while we do have a transportation responsibility,
we also have the responsibility to consider the people that we are affecting.
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This whole mechanism that we’re calling CIA is really about assisting the decision-
making process to make it better, continually trying to improve it on a day-to-day
basis. It’s not just about trying to be a small bubble attached to a fast moving train;
it’s about trying to get these kinds of issues or considerations built into the decision
process from the very beginning, right through implementation. We’ve had a

tremendous amount of difficulty over the years of trying to do that.

We are resolving to try and figure out how we can do a better job with the things that
have to be done in order to improve our standing with the citizens and public. We
have been trying to evolve from a process of confrontation to one of inclusion, and
that’s been a very difficult thing for many of our engineers, and many of our planners,
and many of our environmentalists, because again, we had trained ourselves so

effectively on compartmentalization, and that’s difficult to come out of.

What I want to raise in your mind is the question of how do we effectively get this
balance that’s necessary between the kind of things that we consider in the natural
environment and in the human environment into the design process and other
elements of implementation. What do we have to do to make it work better? The
charge that you have here is to help design that process. I think I heard somebody in
the back just say “why are you preaching to the choir?” We’re the ones that came
here already impressed with the idea that we need to do a better job of CIA. But
again, you have to also realize that when the choir is called upon to sing, if you are
not ready with the right notes and the right songs, then you may lose that opportunity
to be effective in trying to make a change or difference in your organization, and
that’s what it’s about, trying to make a change and a difference, where a change is
necessary.

People in leadership positions now recognize that there is a need to do more to make
their project and process palatable to the communities that they are affecting. You

cannot just go in and ramrod projects any longer.

Why do we have Congress putting into ISTEA, and then TEA-21, language about
preservation of communities, about design considerations prior to decision-making,
all of these kinds of things? It’s because that Congress, too, recognizes the challenge
in the change.

The challenge before us, again, is to make all these pieces fit together. How do we
deal with words that we hear now, like environmental justice, and how do we deal
with words now about low income individuals participating in the process? How do

6 Second National CIA Workshop (2000)



Presentation Summaries

we deal with words that we hear now about public involvement, public participation
and community involvement? All of these buzz words, many of them were around for
a long time, but they’re taking on a new life unto themselves, but they’re more than
just buzz words, and I want to make sure that we don’t cavalierly overlook the

meaning associated with these things.

So, let me just conclude my remarks by pointing out that we have a responsibility to
do our very best to try to make this concept work. We are in a different era, a
different time, and a different set of circumstances. The challenge is there, but the
change is right upon us.

Leslie Rodgers

Administrator
FTA Region IX (San Francisco)

I think the selection of San Diego for this conference was very wise and fortuitous.
San Diego County is a microcosm of the various issues that we’re facing and we will
be addressing over the next few days during this workshop.

I understand that the design team that developed this workshop has crafted an agenda
with an overall goal of improving procedures for the identification of transportation-

related impacts on communities, and consideration of those impacts in transportation
decision-making. I am very pleased to follow Mr. Peaks, because I think he provided
an excellent context for us today to understand the challenges that we face.

I thought I’d try to provide you a brief overview of some of the various efforts and
initiatives that we at the Federal Transit Administration (FTA) have under way to
further the objectives of CIA activities. Most noticeable among these are efforts to
address smart growth and sustainable development, and more recently, environmental

justice.

At the FTA, we believe that transit must serve people, and be sensitive to the mobility
needs of communities. To this end, we seek to strive to: (1) improve access to transit
systems; (2) consider land use in transportation planning from a holistic approach;

(3) create commute partnerships, allowing funds to be combined and leveraged;

(4) promote the use of technological innovations to produce a more efficient and

community-responsive transit service; and, most importantly, (5) assure early
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community involvement, particularly for groups and individuals who historically

have not been active in transportation decision-making.

In our efforts to be of genuine assistance to our communities, we’ve tried to go
beyond simply defining communities, but also to understand the elements that make
them work. In our dialog with communities, first they told us what they didn’t want.
They weren’t always sure what they wanted, but they were dead sure about what they
didn’t want. One thing they didn’t want was outsiders, particularly the federal
government, coming in, telling them what they needed. Then they told us what they
wanted, and we listened. They told us they wanted support, they wanted a catalyst, in
short they wanted a partnership, and it is from this background, that FTA’s Livable

Communities Initiative was born.

For us at the FTA, the term “livable” describes a place that nurtures the rich aspects
of day-to-day life. Residents of a livable community can work, shop, go to school,
enjoy recreational activities, and get to medical and public service facilities with ease

and convenience. In short, they can easily take care of life’s every day activities.

We understood the importance of livability, and we began asking such questions as:
Are community residents actively participating in the decision-making process? Are
neighborhoods being planned with consideration of linking housing, schools, jobs and
parks? Can transit perhaps serve as another link? Are we planning our neighborhood
so that transit, pedestrian, and bicycle access are all considered?

Customer-friendly, community-oriented, well-designed transit facilities and services
don’t just happen. They’re the result of a well-coordinated and participatory
community-based planning process, and a people-oriented design process.

Through countless examples across the country, it has been proven that when well-
planned and well-designed transit systems are built, they become catalysts for
economic development and investment in communities.

You should also know that FTA in conjunction with our brother, the FHWA, has
made environmental justice a top priority and commitment. [ wouldn’t call it squishy,
but it’s not always a subject that loans itself to clear and concise applications of rules

and regulations.

As we continue to promote economic development, particularly urban development,
we must ensure that we also are promoting strong environmental protections.
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As we all know, transportation alone does not solve anything if it does not take
people where they want to go. Economic development cannot achieve its promise if
people cannot find or get to a job. We’re working with non-traditional transit
providers, state DOTs, local transit providers and MPOs to indeed address welfare
reform efforts. At the end of the day at the FTA, we believe it’s all about giving
people the opportunity to lead better and more fulfilling lives.

Brian J. Smith

Deputy Director, Planning
California Department of Transportation

On behalf of our Director, Jeff Morales, I’d like to welcome you to California. What I
would like to do for the next few minutes, is discuss why Caltrans was interested in
co-hosting this workshop in the first place. I’d then like to briefly review some of the
activities that Caltrans has undertaken in the area of CIA.

First, why would Caltrans be interested in co-hosting the workshop? We take the
issues of community impact assessment and environmental justice very seriously. It’s
the law, and it’s also the right thing to do. We certainly need to reflect the state and
federal requirements, and certainly the provisions of Title VI in all of our decisions
and actions. Lastly, the State of California passed its own environmental justice
legislation. State Senate Bill 115 was signed into law by Governor Davis in October
of 1999. So California, just in general, takes this stuff seriously. We also face some
tremendous challenges in this area. First of all, California is a large state.
Geographically, we’re the third largest state. We have counties larger than many of
the states that some of you might come from. If we were a country, our economy
would be number seven in the world. As late as 1950, we had only 10 million
residents, today we have over 34 million residents. By 2010, it’s estimated we’ll have
40 million folks, and by 2020, 50 million.

In California in 1950, we had a little over 13,000 center lane miles of state highway.
Today we have a little over 15,000 center line miles of state highway. Greater
increases in population mean greater increase in ground travel for that population, and

it has far out stripped the increase of capacity of our transportation infrastructure.

To attempt to maintain and improve mobility for people, goods, information and
services, over the next four years, we in California are getting ready to spend $3.5
billion in what’s known as the state highway operation and protection program, $360
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million more in minor projects, $5.1 billion in the state transportation improvement
program and, in addition to this, a $9 billion four-year program that has 2,200
projects in it. Governor Davis just this year sponsored and signed into law an
additional $5.3 billion of state money in a traffic congestion relief program. If
Caltrans was a private firm, we’d wind up somewhere in the middle of the Fortune
500 list.

Our mission is improving mobility across California. To carry out our mission, we
employ more than 20,000 public servants, who in many ways are kind of a
microcosm of the public that we serve.

The public that we serve, however, is not the same public we looked at even 20 years
ago. Like politics, I think, ultimately all projects are local. All projects must exist in a
local social, and a local natural, environment. In California, that community is
evolving and it’s becoming increasingly ethnically diverse, and diverse socially and
geographically. For example, in the mid-1990s, California was 54% white, 28%
Hispanic, 10% Asian and Pacific Islander, 7% black and 1% American Indian.

About a year ago, our State Department of Finance Demographic Unit announced at
this point there is no longer any majority ethnic or racial group. No one group
comprises 50% of the population in California.

In June 1998, the publication American Demographics identified 21 “Melting Pot

Metros,” defined as metropolitan areas with at least two minority groups that have a
greater than national representation, and where white populations are lower than the
national share. California has 12 of those 20 metropolitan melting pot metros. Texas
has six. I’'m trying to give you a little bit of an idea what we’re facing in California as
we try and deliver that 14-plus billion dollar program.

I think it’s particularly appropriate, as was pointed out earlier, that we are holding this
conference in San Diego. It’s the state’s oldest city, and it’s a city, as previously
mentioned, that has long confronted and embraced diversity. We look forward to the
discussions and information to be shared in the next few days on how we can best
engage our multiple publics in a diverse world, yet still keeping in mind our goals to
improve mobility and access.

Again, on behalf of Director Morales and the California Department of
Transportation, welcome to California!
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Session I-1: What is the CIA Process All About?

Moderator:

Greg King

Chief, History, Architecture and Community Studies Branch
California Department of Transportation

Panelist:

Judy Lindsy-Foster
Chief, NEPA Unit
Maine Department of Transportation

What I want to talk to you about today is where have we been and where are we
going? The first questions everybody should ask is: How does your department
address CIA? Do they address it like this: “Hear no evil”. Basically, if they don’t hear
about it, it’s not there, therefore they don’t even have to think about it. Have they
taken the attitude of see no evil? As long as they don’t look for it, it’s still not there.
So they still don’t have to worry about it. Out of sight, out of mind. So where does it
leave us? It leaves all of us in the Dark Ages. If you think about it, there was a time
when all the DOTs and FHWA were in the Dark Ages. What we did was forge ahead
with construction. We just basically kind of looked at people and put the plan on the

wall and said, “We know what’s best for you.”

So what we need to know is how do we move away from this mistrust, skepticism,
and suspicion? Well, we’re all trying to do that today and, actually in Maine, we
started about 10 years ago. We made the decision to openly embrace the intent of
NEPA, and especially CIA. That’s where we all have to go.

What are the basic objectives of CIA? It doesn’t matter if you’re in an urban area or
in a rural State such as Maine. You want to keep the people informed to improve

public relations with the community members.

How do you get that? The first thing you do is have early involvement and be
proactive. One thing that the Maine DOT has done is to put NEPA back where it
belongs, in the beginning, with early involvement, and they have actually charged us
to be proactive.

What are the other objectives? Obtain community and neighborhood-specific
information. How do you do that? You get back down-to-earth, put your shoes on,
and you go shake hands. You mingle with the people. Don’t make them come to you.
What did Maine start with? In Maine, we started with public participation. You start

Second National CIA Workshop (2000) 11
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with the people. By starting with the people and conducting an effective public
involvement program while data gathering for a community impact assessment, the
people went from being cynics and skeptics to becoming knowledgeable and
supportive. Moreover, they also became our advocates.

One of the methods we used is called a public advisory committee. A public advisory
committee is made up of local people living or working in the project area. They’re
the ones that are going to have to work and live with this project every day. We ask
them for a two-year commitment. It basically starts from the day we start the NEPA
document, until the construction phase. We bring to them all the environmental
information. We make them sit through all the transportation numbers, the economic
factors, etc. But they need to know all of that so that they have the knowledge and the
ownership of the project. Let me explain.

When we get to the public hearing and when other members of the public — who
basically kept their eyes closed for the 12, 13 months in which we were developing
the draft — started questioning whether we even knew the community, we didn’t have
to say a thing. The members of the public advisory committee stood up and basically
answered their questions. They had ownership; they owned the project.

Other things that we’ve done, of course, is hold community meetings. We also have
symposiums. These are sometimes up to 200 people where project information is
discussed and reviewed. What I ask you to do is to remember that public participation
is an important component of CIA. Don’t make the people reach for you — welcome
the public to the table.

Panelist:
Buddy Cunill

Transportation Policy Administrator
Florida Department of Transportation

I’m going to talk a little about Florida’s program. I’'m going to give you a little bit of
the history on community impacts in Florida, give you an idea of where we are today,
and mostly speak to what CIA is all about in Florida.

Back in 1996, we began doing a self-assessment of our own State DOT organization
on where we were in relation to community impacts. It took us roughly nine months.
The group that was looking at community impacts in Florida took on the acronym
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“CIA” Team. They were given basically two charges. The first charge was they were
to take a look at how the department was handling many of these issues, social and
economic, public involvement, relocation, community impacts itself, and civil rights.
That was to be done in the context of all phases of project development, beginning
with planning, PD&E, right-of-way, and design. The second thing that they were
asked to do was, based on whatever they found in their review, to make
recommendations for improving the department’s processes, practices, and
procedures.

Problem-solving is another thing that was being emphasized. Again, flexibility and
application, being able to make good decisions, being innovative and creative, and
last but not least, improving the quality of life.

I’'m going to go through the findings right now of this particular CIA team, and what
they came up with. They determined in looking at all of the regulations and guidance
materials that the concept of civil rights and environmental justice were already
embodied in much of the legislation. They also came to the conclusion that many of
the other topics that we would traditionally address, such as public involvement or
relocation, community impacts — that all of this was also amply covered in the
regulations themselves. The CIA team also reached the conclusion that social and
community issues must be given the same level of consideration as natural and

physical issues.

They had a three-tier set of recommendations, and I’m only going to talk about Tier I,
which is on guidance principles and policy initiatives, relative to the agency itself.
The recommendations out of Tier [ were embodied in four different areas: one was
CIA, another was community participation and public involvement, the third was

partnering and coordination, and the last was in training.

Everything I just talked about was really step one, which is what the previous
speaker, Judy, was saying: ask yourself the question, “How do we address CIA?”

I’'m going to talk now about step two, which is the CIA Steering Committee, which
was set up to begin implementation of the CIA team report. That group was also a
multi-disciplinary group. This steering committee used the CIA team
recommendations and they began to do their own review of implementing or
operational instruments within the organization of FDOT.

Second National CIA Workshop (2000) 13



Presentation Summaries

Within FDOT, the principal driving instrument is the project development and
environmental manuals, what we call the PD&E Manual. In design, we have a design
plans preparation manual and we also have a right-of-way manual, and both of those

instruments were looked at by the steering team.

What I’ve talked about is where we came from historically to address the issue of
CIA, and how it is being implemented within FDOT using a steering team. Now ’'m
going to reflect a little bit on what community assessment is to FDOT. We’re looking
at the CIA concept as a process that seeks to evaluate the impacts of transportation
impacts on a community, and of course, its quality of life.

We’ve hired a consultant to help us implement the CIA program in Florida, and to
make it better. We also have assigned, in each one of our districts, CIA coordinators
in both our planning and project development offices. We also have an annual
Environmental Management meeting. In the past couple of meetings, we have made

sure that community impacts is a principal theme.

We hosted the first National CIA Workshop in fall 1998, as many of you know. We
attend as many conferences as we can, both in state and out of state to try and help get
the word out on the importance of assessing community issues. We currently have a
CIA methods handbook, being developed by the Center for Urban Transportation
Research, that has an associated training course that will be offered. Eventually, this
training will be offered to anybody who wants to attend.

Panelist:

Wendell Stills
Team Leader
FHWA, Office of Human Environment

I would like to start by picking up on a point that was mentioned earlier. That point
being the notion of putting people first. For those of us who might be
environmentalists, the “bugs and bunnies” folks, putting people first may be too
strong of a statement. But I think if we look historically at the way we have delivered
transportation services, it is always the people that are opposed to your project, that
defend resources, that are on the front line, people that you’re working with. So, in
putting people first, that doesn’t mean that you do it to the detriment of natural
resources. It means that you’re engaging those people who may be the

environmentalists that care about the bugs and bunnies. You are reaching out to them
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to find out what their interests are because you’re not going to find out what the
interests are of the bugs and bunnies themselves, right? So, you do have to put people
first because they are the ones that are going to remind you of the issues.

Many of the things that are embodied within NEPA are also the things that we talk
about in CIA. We use the CIA process to uncover and discover everything about
communities. CIA — for some people, it might be a little squishy, but let’s say this:
most things we do in this environmental and planning process are squishy too.

We have to make sure that we’re doing the cross-talk with all these other things, so |
really advocate for us being more involved in the planning process.

Lastly, I want to talk about the natural environment. As I said earlier, we don’t want
to put people so far out of and in front of natural environmental issues that we lose
sight of the natural treasures that we have. We have to be able to strike a balance. We
have to make sure that our issue is on the table, and we have to also make sure that
those other issues are on the table, so that we really can have an impact on decision-
making and make it more than just a pro forma of going-through-the-steps, jumping-
through the-hoops kind of process.

We need to do the hard work, to make CIA valuable, and let’s not just make it a

moniker or an acronym. Let’s put some life and vigor into it.

Once again, I just want to charge all of us here with making a difference in people’s
lives. Because if we’re not about making a difference, I would submit to most of us
we should just pack it in. Find another job. Get a thank-you note for coming out and
trying out for the team, but go get another team. Because if you’re in CIA, you should
be about making a difference in people’s lives.

Second National CIA Workshop (2000) 15



Presentation Summaries

Day 2

Session lI-1: Livable Communities, Part |

Moderator:

Kome Ajise

Chief, Office of Community Planning
California Department of Transportation

Panelist:

Ashley Ngyuen
Metropolitan Transportation Commission (San Francisco Bay Area)

First, I would like to provide an overview of the transportation for livable
communities program, and then take you through a series of projects that are under

way.

The Metropolitan Transportation Commission (MTC) is the transportation planning
and financing agency for the nine-county San Francisco Bay Area of California. As
the MPO, we are responsible for the regional transportation plan, and we administer
state and federal transportation funds to finance the Bay Area transportation
improvements.

To better link transportation investments with local land use decisions, in 1996 our
commission adopted a transportation land use connection policy. This policy
promotes the development and redevelopment of livable communities in the Bay
Area. As part of this transportation and land use connection policy, our commission
encourages community plans that enable residents to use a range of travel modes,
including transit, walking, or biking to access jobs, shopping, recreation and other
daily activities. To identify and nurture these kinds of projects at the local level, in
1997 our commission created a special program called the Transportation for Livable
Communities (TLC) program.

The TLC program has four primary goals: (1) to connect transportation investments
with community development or redevelopment; (2) to provide success stories on
integration of transportation and land use throughout the region, (3) to forge unique

partnerships between MTC, local agencies, other transportation partners, and the
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community; and (4) to make significant contributions to the creation of truly livable

communities.

The TLC program offers two kind of assistance. We have a planning grant program
and a capital grant program. The planning grant program allows sponsors to refine
and elaborate on promising project ideas, while the capital grant program actually
constructs these projects and turns them into reality. To date, we have funded 34
capital projects. For the TLC planning program, we funded 36 projects, which total
about $1 million.

Now what I would like to do is show you via a visual presentation five TLC projects
that are under way. These projects have either received planning grants or capital
grants or both.

The first project I would like to share with you is the Ashby Bay Area Rapid Transit
(BART) station at Roberts campus in Berkeley. The Ed Roberts campus is a non-
profit organization formed by nine disability organizations. These organizations have
joined together to plan and build the Ed Roberts Campus, which is a transit-oriented
campus built directly above the Ashby BART station in South Berkeley. This project
received two TLC planning grants.

The second project is the Acorn-Prescott neighborhood transportation plan in West
Oakland. The Acorn-Prescott neighborhood is a low-income neighborhood in West
Oakland. MTC funded a neighborhood community-based planning study that
involved residents, the City of Oakland, AC Transit, and BART. The plan
recommended a series of pedestrian improvements that would connect the residential
neighborhood to the neighborhood shopping center and to the transit hub at the West
Oakland BART station.

The next project I’d like to mention is the downtown streetscape improvement project
in Napa, California. Historic downtown Napa will receive a major face-lift with this
capital grant. What the capital grant will do is actually go in and redesign First Street,
and the redesign not only includes streetscape improvements, but it also serves to link
the historic downtown with the planned American Center for Wine, Food and the
Arts.

The next project is near San Jose. Eden housing, a non-profit housing developer, is
planning to build affordable housing adjacent to the light rail station in San Jose. The
rental housing will be built on an underutilized parking lot that is currently leased by
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the Santa Clara Valley Transportation Authority, the Congestion Management
Agency for that county.

The last project that I would like to share with you is the 16" Street BART Station in
San Francisco. This is one of San Francisco’s busiest transit corridors. In 1997, with
the TLC planning grant, the City of San Francisco, BART, the residents and
merchants associations, along with a couple of nontraditional partners including the
Mission Housing and Development Corp. and Urban Ecology joined together in a
collaborative process. These organizations engaged in a very extensive community
planning process that focuses on solutions to safety concerns expressed by the
residents and the merchants.

The solution was to remove the fiscal barriers and to add greater visibility and a better
sense of safety around the plaza. The City of San Francisco actually plans to

encourage and develop multi-family housing around the perimeter of the station.

In summary, the Transportation for Livable Communities program attempts to
achieve goals that include creating new partnerships between MTC and other
partners. Other goals include encouraging project staff to think about non-traditional
approaches to their projects. What we want them to do is start thinking about linking
transportation improvement and investments with their land use decisions, and lastly,
the TLC program hopes to fund both planning and capital projects that have a broader
connection to community development and redevelopment. We believe that this
program is a very innovative one, and we believe that every community in the Bay
Area needs a little bit of TLC. We believe that this program achieves that.

Panelist:

Kate Poole
Oregon Department of Transportation

What has Oregon done to build livable communities? The state has a reputation for
some forward-thinking things in the area of land use and transportation and building
livable communities. The question just a couple of years ago, in Oregon anyway, was:
why should we link transportation and land use? The question has changed very
rapidly. Now the question is: how do we link transportation and land use and how do
we use this link to better build livable communities?
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In Oregon, we have a three-legged stool for livability. We have our land use
regulations, we have our transportation plan, and we have our Governor’s Livability
Initiative. This is new. It brings in some new funding and some new coordination
programs. So, again, this is just the framework upon which we approach livability. So
what we did was list what we thought were the key components for building livable

communities. These components are:

e leadership

e partnerships
e coordination
e funding

e technical assistance

Oregon established statewide policy by adopting a number of planning goals. They
range all the way from public involvement to land use, urban growth boundaries, and
statewide transportation planning goals. Now these goals are applicable to every
government entity in the state. They’re applicable to state agencies, local
governments, special districts. Everyone has to adopt their rules and procedures in
accordance with these goals. These goals are applied through comprehensive plans
and zoning regulations. So from Portland, the biggest city, to Enterprise, one of the
smaller cities, we all have to have comprehensive plans and have our zoning codes
and regulations consistent with these statewide goals. Finally, the state recognized
these goals through a process known as “acknowledgement.” All comprehensive
plans now in the state of Oregon have been acknowledged. The process works,
through this system of being consistent with the statewide goals.

One rule that has been established and that I want to focus on is the transportation
planning rule, Goal 12 of our statewide goals. It is absolutely a key connection to
linking transportation and land use. What the transportation planning rule does is
require that communities adopt transportation system plans to ensure that their plans
for transportation are adequate to support planned uses. Another one, the urbanization
rule, requires urban growth boundaries, and requires that development occur within
the established urban growth boundaries.

We have to promote compact development, quality mix of development, mixed use,
and energy efficient development that is compatible with the community’s ability to
provide public services. Regional environmental concerns and available natural

resources must also be considered. As the DOT, how do you develop policies and
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strategies to support development that provides for a balance of jobs and affordable
housing within a community? Some people feel that that’s not our job, but we’re
finding ways to promote local regional economies by this type of leadership and this
type of coordination.

Panelist:
Gary Toth

New Jersey Department of Transportation

I’m here today to talk about context sensitive design, which is an approach that we’re
using in New Jersey to help build sound transportation projects while not leaving
little communities behind. As I talk, there’s several overlapping themes that I want to
identify right up front, and one of them is that there are a lot of interrelationships
between context sensitive design and CIA, and in fact, CIA is viewed in New Jersey
as one of the key building blocks of context sensitive design.

I want to know why aren’t there more engineers at this conference. We think in New
Jersey that if we are to be successful with context sensitive design (CSD) and CIA,
that you’re going to have to get the engineers and the decision-makers out to feel the
heat of the public. I also want to point out that if your agency wants to get involved
with CIA, and context sensitive design, it’s going to be very important to do an
introspective self-assessment process to take a look at what organizational process

and policy barriers you have implemented for CSD and CIA.

I’d like to state that all good transportation specialists are great thieves. What we’ve
done in New Jersey is that we listened to Florida, we’ve listened to Maryland, we’ve
listened to all the pilot states, and we’ve stolen a lot of ideas, so most of what I’'m
about to talk about to you today is not really original material.

What is context sensitive design? Context sensitive design is a comprehensive
balanced approach to all transportation actions. Under context sensitive design, we’re
going to fully evaluate the context of the area under consideration for a transportation
action. We’re going to assess the impacts of the transportation action to evaluate its
effects on the community. We’re going to exploit the flexibility that we believe
already exists in engineering and policy principles. Context sensitive design involves
a great deal of collaboration both internally and externally. In short, we think CSD
involves finding the best fit between your transportation project and the context
within which it is going to be located.
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It’s also important to point out what context sensitive design is not. Context sensitive
design is not just another fancy name for landscape architecture. Context sensitive
design does not involve simply dressing up your project, but it involves changing it
fundamentally to fit into the context. And, I might add, the focus is on process, not
product. What do I mean by that? [ mean that over the years, a lot of times engineers
and transportation professionals had a final product in mind. They decided up front,
the road, for instance, had to be four lanes, 12-foot wide lanes, eight-foot shoulders,
with a concrete barrier. And then we went out and did community involvement and
collaborated with people and allowed things to be changed within those boundaries.

Now I’'m an engineer, so I had to try to put this into an equation, and in New Jersey
we sort of look at this as three parts. The first part of that equation involves defining
the context before we design, including the environmental context and the community
context. The second part of that equation involves listening to and involving the

community. The final part of the equation is more flexible designs.

Incidentally, one of the first things that we try to point out when we talk about context
sensitive design in New Jersey is that context sensitive design does not mean unsafe
designs. What we’re seeking is the justifiable balance between design goals, project
needs and stakeholder interest. The engineers in this room are going to say that this is
not a new way of thinking because this is one of the things that we learned in the first
couple of months of engineering school. Make sure you understand and define the
problem before you try to solve it. We think we need to train our engineers, our
community involvement specialists, and others for this new era of context sensitive
design.

The last point I have today is that this is a national perspective. I’'m not trying to stand
here today and say that New Jersey invented this, and we’re certainly not the first,
and we’re certainly behind the pack. It’s not just a new fad. We think it’s driven by
our customers. The FHWA has already set up a pilot program for context sensitive
design, and there are five states that are involved in that pilot program. Context

sensitive design will be coming to your community and state if it hasn’t already.
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Session lI-2: Public Involvement

Moderator:

John Isom

Senior Environmental Scientist-Community Impact Specialist
Arkansas Department of Transportation

Panelist:

K. Lynn Berry
FHWA Southern Resource Center (Atlanta)

This is about making a difference. How do you do that? How do we, no matter where
we fit in our organizational structures, effect change, shape policy, and inspire our
institutions to focus on leaving communities better than we found them? And as
Buddy Cunhill asked, how do you know you’re making a difference? He mentioned
that Florida might be interested in looking at performance measurements. Well,

today, that’s primarily what I’'m going to do. I’'m going to introduce you to at least
one state’s effort at doing just that. Basically, the primary result of New Mexico’s
effort, its self-assessment, was the development of a new environmental responsibility
performance measure.